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Motor Transport Idea 1

BvProduet of the War J

Bring Railroads to Inacces- *

sible Farms and to the
c

Doors of Industrial Plants f

By B. W. Babcock
THE taking over nf the short haul

of the entire world by the Ameri- a

a
can motor true -;

The establishment throughout Eu- r

rope and the United Str.te* of a sys- "

tem of production nnd distribution so

fine that it practically means a rail- v

road direct to the door of every place r

of production and a railroad direct to *

every place of consumption--

Tha founding ot a marketinc svs-

tem so complete that it buys the prod-
uct at the place of its origin and sells

U with the least economic waste and

»ffort dircctly at the place of its con¬

sumption

These are some of the new systems
-r-ins'.itutions .that America owes to

her mngic of war, now hecome her
magic of peaee, or will owe --things
that have been etTected through the in-

jtrumentnlity of a striving country, a

living, breathing national entity, with
her material resources completely mo-

bilized for war purposes, intent on sav-

ing the best in humanity, but never-

theless throwing off valuable by-prod-
urts.

It i? ohvious that under the spur of
tvnr and the breakdown of the coun¬

try's railroads at,a critical time in the
history of the world, the motor truck

leaped into the breach and built up a

system of collection that extended to

the very door of tho factory and the

yard of the farm and took over and or¬

ganized thoroughly the short haul in
this country up to distances of a hun¬
dred miles and over.

Motor Truck

Leaps Into Lead
lb is obvious also that war nccessity

placed thousands of Arnerican motor

truck; in Europe. where they proved
most efficient in moving men and sup¬

plies to critical points in the line of
battle more than 'J00 miles long. In¬
deed, it is assertcd that without Arner¬
ican motor trucks and the road system f
of France the Germans would never f
have been stopped in their first drive
on Paris.

It is obvious, too, that motor trucks
will play an important part in the re-

construction of Europe. But it is not

quite bo ohvious that the system al¬
ready developed in America is to be

by one in Europe on the same

gcale, but with reverse functions. Yet
the two are inseparable, and to gain a

complete conception of the coming Eu¬

ropean system of motor truck. trans¬

port, '.'. is first necessary to study the
or.e already in operation in America.

ArH it ;= a highly interesting study.
por ., ,. pci in the industry nnd
Uj0ge ch which have been

uded Y tor truck have some

kuowledge of the subject, the general
toerican public. has little complete
and exact conception regarding the

.-ad of thia newest transporta-
t:or. < ll

!. relatcd ir the motor transport
at v. hen ;he break came in

.;¦< r. g on <'r the railroads
- v. ¦. factories in the

Middle V, st, who commonly got his
at the Atlantic seaboard,

founi plant on the point of cx-

r r t.-iw supplies. Hc de-
to cut the knot ar.d secured

a big fleet of motor trucks. It was an

emcrgency case which justified the long
haul. He auccessfully moved his ma-

'.eriah from an Atlantic port to h:s
Middle Western plant3.

Rmlroad Congestion
Deplrtrd Storks Sadly
A New England corporation in nor-!

"i" times ;;'.'. i'.'i rav.- materiaY at

iron .-mnes. Railroad
ft thia company with a

Mdly depleted stock of its manufact-
uring necessities. A;mn the motor
truck waa hummor.cd to the rescue.

That wau the beginning. The suc-

eeu of these comparativcly long haul
Votor truck lines, which were run reg¬
ularly during the emergency by the
Banufacturers, showed the way. At
about the ».arne time the government
began sending motor trucks destined

- armiea abroad to the Atlantic
porti under their own power for ship-
«ent abroad. It waa soon found of
MQcf to th* railroadt t6 seeure car-

'i'ttr. for these truck*. of rnunitions also
^ntended for Atlantic port?. and ulti-
BSUI7 destined for the fighting forces:
'a hurope. Bo, soon the government
*as op*rating th<s»4- long trains of mo-:
t«r tpjr'c-4 on thflr one-way trips to
tte Atlantic coaat.
Groups of v/ar munition factories,*>th relations such ai made conatant

«*Keree between them necessary!.o*" began to ose the motor truck in
'<-gu!ar tltttu, operated between the
I'**u' y'.'r InsUnce, a plant which!*M* shell eiMi Mnt the cases bySK, inck l" another plant to be
J£yA- 8«oa the country was fairiy.B»«,«4 bjf |j.M hf mt)inr trwkg O0#rJ

ited more or less irregularly, with
oads on only one way of their trip.

Irganixing (Yet©
Vransportation Means
Then followed a quick period of sys-

ematization and organmng. The Na-
ional Automobile Chamber of Com-
nerce, the Council of National Defence,
he National Food Administration, the
itates Relations Service, the Chamber
>f Commerce of the United States, thc
lepartment of Labor, the National
iailroad Administration, the Highways
fransport Committee and other agen-
.ies studied the question and devised
ind put into effect constructive raoas-
ires. Return loads bureaus were es-

ablished that the trucks might not
ravel empty one way. Tha govern-
nenl departments stimulated the es-

ablishing of motor truck expross lines
hroughout the country.
The German General StafT believed

onfidently that America could not come

ully into the war until some time in
'.19, when it would be too late to in-
icnce the issue. But the speed and
fficiency of the motor truck made thut
ierman calculation, like somany others,
boomerang. Soon there were in oper-
tion over the entire United States
egular motor truck lines, which oper-
ted on regular routes and schedules.
Ticse. absorbing the short haul trnffic
ip to distances of well over a hundred
niles, became the natural feeders for
he railroads at the same time that
hey relieved them of much diflicult
7ay traffic.
The inadequacy of the railroad sys-

ems to the short haul traffic has long
jeen recognized. In the case of ship-
nents which are to go only a little
listance on a railroad, as much prcpa-
¦ation must be made as for a trans-
:ontinental railroad in the matter of
ircliminary transportation. The goods
nust be collected at their point of
irigin and transported to a railroad
itation. There they must be sorted
ind ahifted about until a train is
nade up for their destination or

¦nough freight accumulatcd for a

vay train. At their destination thoy
nust be again sorted and transported
;o the place of ultimate consumption.
Express Trains
To the Farms
The motor truck line spared the

-ailroads this trouble with short haul
freight. Soon the rapidly increasing
r.umber of local motor truck cxpress
lines carried the collection of goods
for shipment to a tine point. Ex-
nressea ran to the farms of the coun¬

try' and carried the farmers' products
to market, returning with supplies for
the farms. In this way the farm pro¬
ducts reached their consumer hours
in advance of the former time of deliv¬
ery nnd in much better condition.
\lso the farmer did not have to spend
my of his hours during the busy sea-
ions on the farm transporting his pro-
iucts to market. He was enabled to
tay on the farm and devote himsclf
o his proper business in life, the rais-
ng of food which ultimately not only
ed the nation at home but the fighters
'or freedom overseas.
To the very doors of factories motor

expresses ran. Goods dcstined for
distances of a hundred miles were de-
livered by the truck which loaded them;
goods for longer distances were taken
to thc railroads.
Soon this multiplicity of motor

truck transport had its effect. Mater¬
ials of war reached Europe long in
advance of the time expectation set
by the Germans. And motor t r i|cks
'.oo were sent overseas in such number?
that, according to some authorities, the
war was won because with the motor
truck the Allies were enabled to rush
men and vital supplies to spot .. of peril
in the most specdy fashion. All of this
increased transportation and this
greater efficiency which finally won the
war came because the motor truck
added to the situation its relief of the
railroads.

At first all of the trucks travelled
empty one way. The Return Loads
Bureaus were a step which came before
complete organization of the traffic.
Owners of motor trucks registered with
the bureaus, which were widely estab¬
lished over the country through the
instrumentality of chambers of com¬

merce and similar bodies. Shippers were
asked to communicate their needs to
the bureaus. In this way thc- bureaus
acted as a elearing house for motor
traffic need-.

Finding Netc
Routes Through L. S.

This development greatly assisted the
setting up of routes with regular
schedules which carried goods both
ways. Hundreds of such routes were
established. Out of New York City alone
the number of sizable routes ran into
two figures, and the distances travelled
by some of them well over 200 miles.
They ran to Boston, Philadelphia,
Vonkers, Mt. Vernon, New Rochelle,
White Plains, New Haven, Hartford,
Springfield, Mass., the Long Island
towns; Paterson. Passaic, Newark.
Elizabeth, New Bi-unswick, N. J., Bal¬
timore and Washington. Twenty-two
rural lines, fifteen of which ran out
of Baltimore, were established in Mary¬
land, while five ran out of Washington.
The combined capacity of the lines out
of Baltimore and Washington was more

than 100 tons of farm produce daily,
The daily service wns 115,690 ton-miles
or 35,000,000 ton-miles a year.

The New York-Philadelphia line is a

good illustration of the more important,
It maintained a less than 24-hour ser¬

vice from shipper to consignee between
the two cities. A man in New York,
for instance. wished to make a small
shipment to Philadelphia. He telephoned
in the afternoon to thc office of the
motor transport in New York. A two-
or three-ton truck called at his place
of business and carried the shipment to
thc New York terminal of the company.
There it wns made a part of the load
of one of the six-ton trucks regulariy
in service between the two cities. These
cars were sealed ,in transit and had side
and end doors.
The no>:t day thc shipment arrived

at the Philadelphia terminal of the
company and was unloaded and plnced
upon one of thc smaller one or two

Continued on paqr six.

Professor Johnson Says Govern-
ment Should Extend Own
Credit to Private Roads When
Necessary to Provide Ade-

. a/

quate Facilities to the Public
By Emory R. Johnson

Professor of Transportation and Com¬
merce, University of Pennsylvania.

'T'lIH railroad administration has re-
A quested that authority be given it
to operate the railroads of the United
i tates for a period of five years. This
request has heen made in order that
the railroad administration may show.
what can be. accomplished by govern-
ment operation and control during nor¬
mal peace times. Also, that plans may
be worked out for developing water-
ways and articulating thorn with the
railroads, nnd for bringing about the
unificntion and more systomatic devel¬
opment of railroad terminals at all im-¦
portant inland nnd seaboard cities.
Other reasons have been given for fa-:
vorable action upon the request, but
thc foregoing are those that possess
real merit.

Congress will, however, adjourn on
thc 4th of March without providir.g
for the extension of government opera¬
tion of railroads from a two-year to a

five-year period. During the last two
months the Senate Committee on Com¬
merce has been investigating the rail¬
road question, and it will doubtless
continue its investigation during the
reccss of Congress. Presumably the
Committee on Interstate and Foreign
Commerce of the House of Representa¬
tives will undertake the investigation
of the railroads for the purpose of de-
ciding upon n programme of remedial
legislation.
21 Months Adequate
Time. for Legislation

It. is evidently the bclief of a ma-

jority of both houses of Congress that'
adequate legislation for the control or

regulation of the railroads can bc en-1
actcd within the present statutory peri¬
od of twenty-one months from thc time
of thc proclamation of peace. lt would
scem that the enactment of remedial
legislation does not require an exten¬
sion of the period of government oper-
ation of thc railroads. Thc only valid
reason for continuing government oper¬
ation for five years would be to cnable
thc railroad adminhstration to work out
a unificd national transportation sys¬
tem of railroads and waterways. Thc
accomplishment of this would be desir¬
able, but it was not for that purpose
that Congress gave the President power
to assume control of thc railroads.
Strong prcssurc is being brought

upon Congress to change government
control into government ownership.
The proposal of thc railroad em¬

ployes' organizations is that the gov-

urn their operation over to a corpo-
.ation controlled by the employes.
fhus stated. it would seem the plan
vould not seeure much support, but
he appeal made by the representa-
ives of the railroad brotherhoods and
imployes is stronger than many per-
10ns may realize. The spokesmen of
hc employes argue that public utili-
ies should not be managed for private
. rofit and that the public should se-
u'.v railroad services at cost. This
s the appeal made to the public. The
iupport of the employes and of labor
renerally is secured by the argument
hat the economic interest of the em-

iloyes will be favorably affected.

Weakness of
'irotherhood Plan
The weakness of the brotherhoods'

¦>lan of government ownership and
imployes' operation is that the rinan-
.ial difiiculties of purchasing the rail-
oads and of providing the necessary
icw capital year by year are either
gnored or very impartially recog-
lized. To securo $20,000,000,000 of
'unds for the railroads and to add
'rom $500,000,000 to $1,000,000,000 of
icw capital to the railroads each year
vould put a greater strain on govorn-
nent credit than the brotherhood lead-
¦rs realize. Naturally, the present ad-
^ocatcs of government ownership of
ailroads seek to show that govern-
nent operation will be efficient and
vill provide for the adequate develop-
nent of transportation facilities, while
hose who do not believe in govern-
nent ownership are tirmly of the opin-
on that corporate ownership and op-
?ration will be more efficient and will
nore fully meet the needs of the coun-

The spokesmen of the railway
irothcrhoods frankly admit that they
idvocate a new philosophy. They say
that the railroads in the past have
icen run by the railroad companies
'or private protit. It is proposed that
in the'future the railroads shall be
"im by the employes for the benelit of
,he public. The philosophy is not con-

,'incing to the disinterested onlooker.
(t does not seem equitable to the puh-
lic for the government to carry all
:he burdens and assume all the risks
}f ownership, while the employes op-
n-ate the railroads on a profit-sharing
ilan without assuming any of the bur-
lens or risks.
The proposal3 made by the railroad

ixecutives and by the Interst&te Com-
¦ncrce Commission for the solution of
Mie railroad question have many
points in common. The main diffcr-
.'iice between these two plans is that

ihe railroad executives have suggested
the creatior. of a Cabinet office, headed
3y a secretary of transportation, who
shall take over the administrative
function3 now pcrformed by the In-
erstate Commerce Commission, with
;he exception of enforcing uniform
iccounting and completing the valua-
ion of the railroads. It is understood,
lowever, that the railway executives
ire less enthusiastic than they were
i few weeks since regarding this pro-
Josal. lt probably will not be seri-
>usly pressed.
The railroad executives go further

han the Interstate Commerce Com-
nission does in providing for regional
rommissions to take over the work of
rate regulation now performed by the
sfate public service commissions. Tlie
[nterstate Commerce Commission,
lowever, would have Congress provide
"or the cooperation of the interstate
ind statc commissions. The differ-
>nce between the railroad executives
ind the Interstate Commerce Commis¬
sion as regards regional commissions
s one of detail.

There ihe Executives"
"lan Is Weaker
The plans both of the railroad cx-

scutives and of the Interstate Com-
nerce Commission fail to deal ade-
juately with railroad credit, railroad
tapitalization and the reduction of the
lumber of railroad companies. Any
icrmanent solution of the railroad
luestion must include a plan whereby
he present weaker railroad companies
nay secure nt a reasonable cost the
apital necessary for the development
)f their facilities that is required to
tnable them to serve the public ade-
luately. This can be brought about
ir.ly by government guarantee of the
iredit of the weaker roads or by a plan
hat will nssociate the weaker roads
vith the stronger ones, and will group
he earnings and expenses of the com-
>ined systems.
A permanent solution of the railroad

[uestion seems certainly to require
hut the present large number of rail-
.oad companies be reduced to a limited
nimber of corporations. The choice
lere must be between two plans. One
)lan would be to divide the country
erritorily and bring the railroads in
?ach of tho ten or twelve regions
ander the control of a single corpora-
:ion. The other and more logical plan
is to group our various railroad lines
ibout the twenty or twenty-five lead¬
ing railroad systems. These large rail¬
road systems, like the Pennsylvania,
the Illinois Central, the Northern Pa¬
cific, for instance, have developed in
response to commercial needs. It would
seem wise to continue these and the
other large system3 and group the
minor roads about the large systems.
Federal incorporation is not necessary,
but is desirable.

4dding Bulicarhs
Of Strength to R. R. Credit
The strengthening of railroad credit

can come about only by the government
guarantee of the securities of the rail¬
roads or by a policy of regulation
that makes it mandatory upon the reg-

ulating authority to establish rates
that will yield adequate revenue. This
subject needs more thought and an-

alysis than have yet been given it. but
it would seem desirable that the gov¬
ernment should not only require the
Interstate Commerce Commission to
fix rates that will produce an adequate
revenue, but should provide for the ex-
tension of government credit where
and in so far as it may be necessary
to enable the railroads to provide
facilitiea required by the public.

Railroad Shares
Strong Under Strain

Prices but Little Affected by
Failure of Deficiency Bill;

Price Comparison
A crisis in the financial affairs of

the country's railroad system was

brought to a fdcus last week by the
failure of the expiring Congress to
pass the deficiency bill, thus cutting
off the roads from an approprlation of
$750,000,000 for additions, betterments
and improvements, which might have
been expected to cause great appre-
hension in financial and industrial
circles.
But if there was any such feeling it

did not reflect in the market action of
railroad securities, usually accepted as
a fairly accurate barometor of rail-
road conditions.
What happened was this:
A few timid holders of railroad

stocks and bonds sold their securities,
but the rank and file of owners of in-
vestments of this character, confident
in the ability of the railroad adminis¬
tration and the bankers to work out a

practicable plan for meeting the emer-

gency, refused to sell. The net result
was a fairly steady market for rail¬
road securities, the majority of such
issues at the close of the week stand-
ing at about the level of the preceding
week.

In view of the great problems that
loom ahead in the matter of the future
of the railroads the following com-
parison of the market position of the
shares of the leading railroad proper-
ties at current prices with the low
prices of 1918 and this year to date is
of interest:

Close
Road. Ia3t week.

Atchison . 92?8
Baltimore & Ohio.. 48
Chesapeake & Ohio. 5858
Great Northern pf.. 94
1 llinois Central 99
l.ehigh Vailey. 55
New York Central. 75'4
Norfolk & Western.1041 2
Northern Pacific . 93' 2
Pennsylvania 4458
Reading . 84! 4
,:nion Pacific .130' 2
Southern Pacific .103!'4

This week the leading financial men
of the country, including in their
number some of the greatest bankers
of Wall Street, will meet the ra;lroad
administration officials at Washington.
They go there prepared to codpcratej
in every way possible with the Federal
officials in providing the necessary
funds to tide the roads over their
temporary difficulty. At the close of
last week a prominent banker in the

! financial district said "there is not
the slightest reason for apprehension
over the railroad situation," and that
is apparently the feeling of the holders
of railroad securities. They would,
however, like an early end of the un-
eertainty as to the future control of
the roads.

Canada Too
Is Worrying
About Roads

Dominion Suffering Chief-
ly From an Oversup-
ply of Railroad Mileage

Duplieation I s C o s 11 v

Government Operated lines
Meet Stiff Competition
From Canadian Pacific

Special Corrreponde-nc»

MONTREAL, Feb. 28. The out-
come of the present railroad
imbroglio in the I'nited Statea

is certain to be an important factor in
influencing, if not determining, Cana¬
dian railroad policy during the next
decade.
There is reason to expect that a

strong effort will be made at this ses
sion of Parliament. which opened on
February 20. to commit the govern¬
ment to nationalization of the Grand
Trunk Railway, as well as the Grand
Trunk Pacific. With these roads in¬
cluded with the Canadian Northern,
the Intercolonial and the National
Transcontinental railways in the sys¬
tem of the Canadian National Rail¬
ways, competing with the Canadian Pa¬
cilic in all branches of service_
freight and passenger traffic, express.
telegraphs. hotels, land settlement and
even ocean transportation.the issue
between private and public ownership
and operation of railways in Canada
apparently will be fully joined. The
example of the United States will add
much strength to one side or the other
in thc coming contest. This fact is
recognized by business men and poli-
ticians in the Dominion, and they ara
watching closely railroad developmonts
in the United States.
There is hope, indeed, that a solu¬

tion of the transportation difficulty
south of the border may be found which
may give a lead to this country in the
matter of railway policy, althourh in
certain rcspects Canada's problem is
more difficult than that of the United
States.

Xeedless Duplieation
In Canada's System
The Dominion's recent rn

tion is the result of prematun dupli¬
eation, and even triplication, oi
in territory from which paying traffic
cannot be expected for years. As a
result Canada has on« mile of .¦

to ever;* 210 people, ci vith one
mile to every 400 in the Ul
and with a population of less thal
twelfth that of the United State
ada has one-sixth as much railway
mileage. The Canadian Pacific Rail-
way, of course. has been richly suc¬
cessful. Of the Canadian Northern
and the Grand Trunk railways it may
be said in a general way that the for¬
mer had promising prospects in West
tern Canada. while the latter'n lines
were well placed and moderately suc¬
cessful in Ontario and Quebec. But
when both aspired to the status of
transcontinentals they overreached
themselves. Following the majority
recommrndation of the Drayton-Ac-
worth-Smith Commission, appointed in
1916 to consider the whole Canadian
railroad problem, the Dominion gov¬
ernment has purchased the sharehoM-
ers' equity in the Canadian Northern
and has linked that road with the In¬
tercolonial and thc National Transcon¬
tinental railways, all under a central-
ized management of busines men, who
are \ .ding the lines into what may
well be a formidable rival of the Cana¬
dian Pacific Railway system. The Do¬
minion government now owns ar.d,
through the directorate of the Cana¬
dian Government Railways, as the pub¬
lic ownership Bystem j3 designated,
operates 14,000 miles of railway out
of a total of 38,000 miles in Canada,
and 56,000 miles of telegraph lines. and
it also will operatc forty-eight ves¬
sels, which are now under construction
on government account for the Atlan¬
tic, Pacific and Great Lakcs serviees.

So far thc Grand Trunk Railway haa
escaped the nationalizers, but it can
hardlv be for long. The Grand Trunk
Railway refused to fulfil its agreement
to take over the Nationa! Transconti¬
nental Railway between Moncton, N.
IL, and Winnipeg, a line abailt by the
government at great expense, and part-
iy for politieal purposes. Then theburden of the Grand Trunk Pacificproved too heavy. When the war closedthe financial markets to Canadian com¬mercial securities, the Grand TrunkPacific Company could not finance it¬seif and was obliged to turn to the
government. I'he dependence becamy
enrome and the company attempted to
escapc by leaving the (irand TrunkPacific upon thc hands of the countryPurchase by thc government of the'Grand Trunk lines and their incorpora-tion in the Canadian National Rail¬
ways system would open up interestin*ppssibihties and .fford ample scopc forthose conjecturally inclined. Can the
government organizf.tion "beat out"tbe Canadian Pac.iie Railway? Willthe Federal and provincial authorities
cooperate with the public ownershiproad in promot.ng settlement of thelands contiguous t. the CanadianNorthern and Grand Trunk Pacificlines? Will the Dominion's immigra-tion offices abroad ali be in effect colo-
nization agencies for the Canadian
government railways? The probabilityof official itnmi^ration efforts divertingbusiness to the public ownership rail¬
way system may be incrcascd if theCunard Steamship Line car-.es out ita
pre-war contract with the CanadianNorthern Railway and now cooperate*with the Canndian National RailwaysThe effect of ,,uch government policywould oe to use Dubiie taxes, to whichthe Canadian Pacific Railways con-tributes heavily, to support competi¬tion with the latt.-r road and to it«detriment. In this connection it la i_H

ContfHued on rmge t_*.


